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Il Rl , from the Special Committee to Investigate the
National Defense Program, submitted the following

ADDITIONAL REPORT
[Pursuant to 8. Res. 71, 77th Cong., and 8. Res. 6, 78th Cong.]

TRANSPORTATION

¢

The importance of transportation, as a war activity, has not been
adequately recognized. The movement of the things we produce to
the point where we use them, while possibly less spectacular, is no less
vital than either the function of production or consumption. Trans-
portation of goods and persons is required during every stage of
development and processing of military articles and essenfial civilian
products from the raw materials in the ground through manufacturing
and distributing facilities to their destination of final use.

At the beginning of the war, the United States had the finest trans-
portation system in the world. It consisted of a vast and intricate
maze of railroads, air lines, highways for trucks and busses, water
routes for barges and ships, and pipe lines for gas and petroleum
products. Like the arteries and veins of the human circulatory sys-
tem, our transportation facilities supplied and controlled our every
activity. They have contributed to the development of a standard
of living and comfort not elsewhere equally enjoyed. At the same
time, they have become so woven into our national life that we are
dependent upon them, not only for our comforts, but our productive
effort. A break-down, or even a diminution in transportation service,
would have incalculable repercussions on our war effort.

We, in America, took the availability of efficient transportation
as a matter of course. Most of us did not realize its importance,
until it was rudely brought home to us by the changes which had to
be made in our daily lives, as a result of the interruption of our coast-
wise and intercoastal traffic. When our oil tankers were sunk by
submarines or diverted to direct military service, gasoline had to be
rationed in the East, disrupting automobile transportation, and we
suffered from shortages of fuel oil for heating and power. We hastily
devised an expensive and makeshift partial substitute by shifting
the bulk of our railroad tank cars to the East and reversing some of
our pipe lines. Similarly, needs for supply to the Pacific front re-
quired a westward movement of traffic on western railroads, where
facilities were designed mainly for a heavy &astward movement.
Congestions resulted. i

L
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These effects, though extensive, were small in comparison to those
which would have resulted if our entire inland transportation system

us to superimpose on normal traffic the tremendous transportation
burdens incident to the construction of Army and Navy installations,
new 1 ines, mills, and factories; and the carrying out of a huge military
production program, without a break-down.” Our attention was prop-
erly concentrated on creating new facilities for war production because
they had a direct and more apparent importance to the war effort,
We hoped that the transportation system would somehow suceeed in
carrying both the peacetime and the wartime load, and we sharply
reduced the established programs of the transportation systems for
obtaining new equipment,

"'WARTIME INCREASE IN VOLUME OF TRAFFIC

Management and labor deserve commendation for the record they
have achieved in stretching our transportation facilities to meet the
increased load. The volume of traffic handled has exceeded anything
thought possible before the war.

The following tables indicate the increase in freight and passenger
traffic in all forms of transportation and the percentage of the burden
carried by each during the 5 years from 1939 to 1943, inclusive:

TaBLE A.—Ton-mile volume of iﬁzercity traffie, public and pm’vate,d by kinds of
lransportation, 193943 1

[Amounts in millions of dollars]

Year 1940 Year 1941 Year 1042 Year 1943
: : Year Per- Per- Per- Per-
Kind of transportation 1939 cent in- cerrt in- cent in- cent in~
. Amount| crease |Amount crease |Amount| crease | Amount crease
over over over aver
1939 1940 1941 1942

e IO . SIS 336, 100 |379, 161 12.8 481,748 27.1 645, 260 33.9 | 732000 13.4
Highways: % :
For hire trucks_______ 219,737 (2 23, 410 18.6 (328, 561 22.0 328,618 | - 0.2 29, 000 L3
" Private trucks. ______ 223, 263 |2 27, 593 18.6 (328, 562 3.5 (321,580 | 124.4 18, 000 116.6
Total highways_____ 43,000 | 51,003 18.6 | 57,1923 12.0 | 50,207 | 412.1 47, 000 6.4
Inland waterways________| 96, 249 118, 057 22.7 (140,454 [ 19.@ (148, 565 5.8 | 140,000 45.8
Pipolines. ____°_ - --| 63,107 | 67,270 6.6 | 77,818 15.7 | 84,480 8.6 100, 000 18. 4
Alr carriers_.___________ " 11 14 27.3 16| 14.3 26 62.5 40 53.8

Hotale o oo 638, 467 615, 505 14.3 j?ﬁ?, 159 l 23.0 i928, 538 22.6 !1, 019, 040 1 9.7

' Statistics for 1939-42 prepared from information furnished by the Interstate Commerce Commission.
Estimates for 1943 prepared by Bureau of Railway Economics, Association of American Railroads.

2 Proportions of 45.9 percent and 54.1 percent, respectively, based on H., Doe. No. 354, 77th Cong., 1st Sess.,
Federal Regulation of the Sizes and Weight of Motor Vehicles, p. 446,

? Estimated on shift in proportions of commeon and contract carrier truck and tractor-miles operated
reported to Interstate Commerce Commission.

4 Decrease.

. s

M # :
TaBLE B.—Passenger-mile volume of inlercity traffic, public and private, by kinds of
transportation, 1939-43 1 ‘

[Amounts in millions]

Year 1940 Year 1941 Year 1942 Year 1943
5 . , Per- Per- Per- Per-
Kind of transportation }&;}r cent in- cent in- cent in-| . cent i
Amount| crease |Amount| crease Amount| crease | Amount |- crease
over over over 4 wover
1939 1940 1941 1942
Railway, steam and elee-
L 7T A 23, 669 | 24, 766 4.6 | 30,583 23.5 | 55,073 80.1 87, 000 58.0
Highways:
e R 11,198 | 11,613 3.7 | 13,646 17.5 | 23,253 70. 4 30, 000 29.0
Automobiles _________ 234, 693 |245, 751 4.7 |264, 316 7.6 199,635 | 224.5 160, 000 219.9
Total highways_ ____ 245, 801 (257, 364 4.7 !277. 962 8.0 I222, 888 | 210.8 190, 000 214.8
Inland waterways.____ 1, 486 1,317 | 211.4 J 1,821 38.3 1, 860 2.1 1, 900 2.2
Alt-carriers. .. __ . 678 1,041 53.5 1, 370 3L 6 1,398 2.0 1,470 5.2
ol L e, 271,724 |284, 488 4.7 J311, 736 9.6 281,219 ' 29.8 { 280, 370 l 20.3

1 Statisties for 1939 to 1942 prepared from information furnished by the Interstate C_Dmmerc_c Commission
Egtimates for 1943 prepared by Bureau of Railway Economics, Association of American Railroads.
Decrease. =
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TaBLE C.—Proportions (percent) of total ton-mile volume of intercity traffic, public
and private, by kinds of transportation; 193943

Kind of transportation 1939 1940 1941 1942 1943
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1 Less than 0.1 percent.

TasLe D.—Proportions (pereent) of total passenger-mile volume of intercity iraffic,
public and private, by kinds of transportation, 1939-43

Kind of transportation 1939 1940 1941 1942 1943
Railways, steam and eleetrie. _____________ 8.7 8.7 9.8 19.6 31.0
Highways:

L A D TE R L S e N G 4.1 4.1 4.4 8.3 10.7
Automoblles. . __________________ . 86. 4 86.4 84.8 70.9 57.1
Total highways__. i 90.5 90. 5 89.2 79.2 67.8
Inland waterways..___.._____._.______.____ -5 .5 .4 .6 .7 “
W8 R R R R 50 -4 .4 8 8
i e SR e R LY SRl 100. 0 100. 0 100. 0 100.0 A00. 0.

TRAFFIC FORECASTS FOR 1944

Forecasts of the volume of freight and passenger traffic which will
haye to be handled in 1944 indicate a substantial increase over 1943.
In many cases, the volume estimated is determined not by the demand
but by the estimated limit of capacity. ‘

FREIGHT TRAFFIC FORECASTS

Rail revenue ton-miles for 1943 are now estimated, on the basis
of 11 months’ operating experience, to be between 13 and 14 percent
above 1942, or approximately 732 billion ton-miles. The year 1944
is expected to exceed 1943 by from 2 to 5 percent which would mean
between 750 billion and 770 billion ton-miles to be handled by rail-
roads in 1944,

It is estimated that the 1943 traffic handled by intercity trucks will
be around 47 billion ton-miles, and the estimates for 1944 forecast no
increase. This is not because there will not be an increased demand
for truck hauling in 1944, but because it is now estimated that the
capacity of the trucking industry will decrease, if anything, because
very little new equipment will be available to truck operators during
1944 and present equipment is getting older and, therefore, less service-
able, In the past 2 years, the volume handled by trucks has been
going down steadily.

The volume estimated to be carried by the pipe lines in 1944, as
compared with 1943, indicates an increase of 160%. This, of course,
is likewise based upon the capacity rather than demand. Pipe lines
will still have to be supplemented by tank cars.

Although, in terms of ton-miles, air express is a relatively insig-
nificant portion of the freight burden, it should also be noted that,
unless the air lines are given additional equipment, it will be impossible
for them to carry any substantially increased volume in 1944, Here
again, the estimate of volume of demand forms no basis for the
forecast of traffic to be handled, since the capacity has already been
reached. In fact, it is known that a substantially increased volume
of freight would have been shipped by air in 1943 if there had been
capacity to carry it. Air freight is regulated under priorities.
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PASSENGER TRAFFIC FORECAST

It now appears that in 1943 the rail passenger-mile increase will
be approximately 58 percent over 1942. Forecasts indicate a further
increase of 15 percent in railroad and bus passenger traffic in 1944,
as compared with 1943, and this volume is based, not upon the antici-
pated demand for such traffic, but rather upon the capacity of the
railroads and busses to handle it. ;

The forecast for air passenger travel for 1944, as compared with
1943, indicates a possible increase. of 5 or 6 percent, based on the
present number of planes. It measures not the demand for this form
of travel but the capacity of the air lines to serve it. It is also based
upon the assumption that the bulk of this additional percentage will
be handled at the off-peak seasons of the year.

'THE RECORD ACHIEVED

The factors which explain the record which has been achieved
include:’

(1) Our transportation system is the best in the world and was
developed through competition to furnish excellent service.

(2) We entered the war with a substantial surplus of reserve capacity
in the form of equipment which was in need of repairs, had been retained
to carry seasonal peak loads and to serve as standby equipment.

(3) The managements of companies engagéd in transportation have
constantly had in mind the experience of the last war when serious
congestions of traffic and break-downs in transportation resulted
in Government operation. Such experience enabled them to take
promptly a number of steps which increased the efliciency of trans-
portation operations.

(4) Cooperation by shippers and transportation’ companies, the
suspension of some competitive practices and the establishment of
more centralized control resulted in a more effective use of existing
facilities with the same result as if more equipment had been added.

THE PROBLEM

Despite the splendid job which bas been done in conserving and
utilizing our existing transportation facilities, we must recognize that
the transportation system has always lequlrod extensive and regular
replacements. Any policy which fails to provide for niaintenance -
of transport capacity in excess of anticipated demands is short-
sighted and invites disaster. If we permit our transportation facilities,
for any substantial period of time, to be exceeded by transportation
needs, we are face to face with congestion and bréak-down. In such
a case, our only recourse would be for the Government to take over
the transportation systems (as it has the air lines already) or the
establishment of a priority system, or both. The experience of the
last war should be forever before us. Government operation leaves
much to be desired. Shackling transportation by rationing and
priorities would also be unsatisfactory. The flow of traffic must
remain free and rapid if we are to increase, or even maintain, our
production and combat tempo. Any other course means the post--
ponement of victory and the increased expenditure of lives and mate-
rial. A margin of safety in reserve capacity over any foreseeable-
demand must always be maintained. Transportation is so vital and
a break-down*would be so disastrous that we cannot afford to run.
the risk of even approaching the breaking point.
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The transportation burden is increasing. Equipment is wearing
out. Manpower is growing scarcer. Good as our transportation
system is it is folly to assume that there is no limit to the strain it
can withstand. An indication of the seriousness of the situation lies
in the fact that experts in forecasting the 1944 transportation burden
have based their figures, not upon estimated demand, but upon esti-
mated maximum capacity as to the following: Air transport, trucking,
rail-passenger traffic, and pipe lines.

If we act now, the impending crisis may be avoided by means much
more satisfactory than any measures which could be taken once the
crisis is actually upon us. Essentially, this means that we must
either reduce the burdens upon our transportation system or provide
new equipment, or a combination of both.

The Office of Defense Transportation, the various transportation
systems and the individual shippers have adopted many measures
to increase the efficiency of the transportation system. Such steps
have had substantial results which: are subsequently discussed in
greater detail. More progress can and must be made along these
lines, but the savings to be made, although substantial and most
necessary, are limited. We must recognize that the transportation
system must be given sufficient new equipment to insure that it will
* be able to meet the tasks assigned to it.

Plans for providing new equipment must be made long before it is
to go into actual use. This is particularly true because of the time lag
that necessarily exists between the date of the decision to procure
new transportation equipment and the date when such equipment can
be maﬁufactured and delivered for use. Normally, the time required
varies from at least 6 months to more than a year. In wartime, the
time required is greater because of the other urgent demands on the
same production facilities, because of the shortage of manpower, and
because of the hindrance and delay incident to obtaining decisions
and action by the numerous government agencies involved.

RAILROADS

Shortly after Pearl Harbor, Dr. Goebbels, Germany’s propaganda
minister, predicted that the shortage of railroad equipment with which
the United States was entering the war would prevent any effective
defense effort on the part of the United States and that when the
country was faced with such new problems as the paralysis of coastwise
shipping and shortages of tires and gasoline, the lack of railroad
equipment would prove an insuperable handicap. Transportation—
and particularly railroad transportation—declared Dr. Goebbels
coﬁnﬁdontly, would prove the Achilles’ heel of the American production
effort. _

By repairing and using all equipment to the limit of capacity and
by improved operating efficiency, the railroads in 1942 handled over
twice the freicht and three and one-half times the passenger traffic
carried in 1939 with 501 (1 percent) fewer locomotives, only 93,216
(5% petcent) more freight cars and 531 (1) percent) fewer passenger
cars.

This is a remarkable record, but the increased velocity and the
heavier loads by which this record has been made, together with
shortages of essential materials and experienced employees, are
tending to wear out the equipment faster than replacements are being
provided. The pace cannot be maintained for long without new
equipment. . .

It is obvious that Herr Goebbels’ prediction has been disproved,
but at the same time, shortages in necessary railroad locomotives,
cars, and other facilities are most definitely a limiting factor upon
the Nation’s war effort. This is particularly true because the increased
load of traffic in the war years has fallen most heavily upon the rail-
roads.
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EQUIPMENT

The railroads have received during 1942, and will receive during
1943, only a fraction of the equipment which they estimated they would
require. The Association of American Railroads has furnished the
following comparison of requests and deliveries of the three principal
items covering class I railroads only:

1942 l 1943 (estimated)

Requested | Delivered | Requestéd | Delivered

Locomotives____ s A 1, 436 639 1R78 620
Freight cars. ___. L 153, 000 62, 378 1 .80, 000 27, 360:
Rall (net t0ns) s cdosietuainacio o ot ool ls 1,600,000 | 1,260,000 | 2,100,000 1, 500, 000

I Based on Oct. 1, 1842, to Oct. 1, 1943.

This presents a ‘dangerous situation, and steps should be taken
now to remedy it.

Locomotives.

The shortage of locomotives is one of the most serious limiting
factors on railroad traffic. Although 937 locomotives were on order
by class I railroads on June 1, 1943, and required this year, a failure
to deliver needed material has resulted in a production far below that
scheduled. War Production Board priority ratings were such that
locomotive manufacturers could not receive the necessary materials at
the times and in the quantities required to maintain scheduled pro-
duction. The figures for locomotives scheduled and produced are
significant: ; —

Sep- ;
Janu- | Feb- } TRt Au- D= | Octo- |
gry | ruary Ma.rchI April | May | June | July gust r,te)g;._- e Total
Scheduled. . __________ 63 62 58 65 67 64 72 86 96 91 724
Produced. - rreeveemn 49 56 60 51 37 61 55 74 81 91 615
Bhortage. .. ill ool et i - Al RN | e TR e i T8 -t (RS e o 109

The number of locomotives on order, installed, and retired- by
months from January 1939 to November 1943 are set forth in ap-
pendix 1.

Locomotive production was impeded by lack of a clear under-
standing as to which Government agencies had the responsibility for
expediting the production program which had been approved. Con-
fusion existed between April 3, 1943, when the War Production
Board took the position that the Office of Defense Transportation
was the agency responsible for obtaining delivery on equipment, and
August 9, 1943, when the War Production Board advised the Office
of Defense Transportation that such responsibility rested with the
Transportation Equipment Division of the War Production Board.
Since that time, steps have been taken by the War Production Board
designed to expedite the production of locomotives. In October, the
full amount scheduled was produced. Recently, the priority rating
was upgraded so that locomotives for civilian use are now equal to
the military priority.” Progress is now being made, but the delay
resulting from the confusion has been detrimental to the equipment
program,

The manufacturers of locomotives are engaged in many other war
activities, and are also producing a great many locomotives for
lend-lease and for the use of our forces abroad. However, the need
for some of the war materials produced by locomotive manufacturers,
particularly tanks, is now very much reduced, and the need of our
railroads for locomotives has increased. The committee has followed
locomotive production closely during the last 6 months. It recom-
mends that immediate attention be given to increasing the production
of locomotives for our domestic railroad systems, as orders develop.
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Freight cars.

Tle 74,000 freight cars authorized since April 4, 1942, to be built
prior to January 1, 1944, by the War Production Board are equal to
only atout 4 percent of the cars now in operation. In 1942, we had
586,000 fewer freight cars than we had in 1918. N early one-third of
the available freight cars have been in use for more thin 25 years,
and about two-thirds are over,15 years old, as shown by the following
age categories:

Numher of freight
Age: cars in service

1%0. 6 yearsioldl (o SRl e S R S 227, 069
e A0 Ve o B RN T e 142, 138
- Vgt b o RO S RO s et 197, 428
16 to 20 years old ___ R s N e B 434, 262
2 boSbryearsiold D0 T O e AR R R 204, 623
Qe b el 1 L N R 536, 802

Totalle Soamt v el Lk b SR Rt | (I B 1, 742, 322

The amount of time required for freight-car repairs increases with
age. Cldor equipment requires more repair materials and manpower,
If we expect to maintain present operating efficiency, replacement of
much of this older equipment will be necessary.
~ When a railroad requires new cars, it usually has to finance them by
obtaining the consent of the Interstate Commerce Commission to issue
equipment trust obligations for the particular type of cars needed.
Then, it issues and sells the obligations and orders the new equipment
specified-in the trust oblications. The contracting car builders then
purchase the specified materials and construct the equipment. The
railroads had such outstanding orders for approximately 68,300 freight
cars (over $200,000,000 worth of equipment) in process of construction
on the 4th day of April 1942. Late that Saturday afternoon, the War
Production Board issued its order L-97g stopping construction of
freight cars.

Several hundred carloads of material were in transit. Millions of
dollars had been borrowed on the trust obligations. The railroads
were suddenly left with the interest-bearing obligations and without
the expected cars. The War Production Board had issued priorities
for the materials. It made no effort to stop the flow of materials and
had issued the construction stop order without notice. The railroads
had to negotiate the transfer of the borrowed trust funds for other
uses, or recall the outstanding certificates and stand the losses. The
car builders had millions of dollars worth of steel and other materialg
on hand to build the cars with. Some of it is still on hand and made
useless to the war effort,

For the first 6 months of 1943, the War Production Board authorized
the construction of 20,000 freight cars. The construetion was pro-
rated among the car builders irrespective ot their existing car orders
then financed by the railroads, and each car factory was limited to
construction of only two types. Asa result, production was delayed
for several months before the railroads discovered which builders
would be permitted to build what types of cars.

Details on freight cars on order, installed and retired are set forth
in appendix IT. 2 '

The freight-car situation is further agoravated by the fact that
American freight cars are used in Canada and in Mexico. There are
approximately 30,000 more American cars now in these services than
there are foreign-owned cars in service in the United States. This
may be desirable for war purposes, but it constitutes a most generous
loan to other nations at a time when our own railroads have a great
need for these cars.

Inventories of basic materials have become substantially greater
and since there is such real need for freight cars, the committee
recommends that action be taken now to provide for the manufacture
and delivery of an increased number of such cars in the near future.
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Passenger cars.

Since January 1942, construction of passenger cars has been limited
to the material which was all, or nearly all, in inventory or readily
obtainable. Eight hundred Pullmans, chair cars, and observation cars
have been converted to general passenger service. Twelve hundred
troop sleepers are authorized and will be ayailable early in 1944.
They will release for civilian use about 600 to 700 coaches now being
used by the Army. Four hundred Army kitchen cars are also au-
thorized. No additional civilian passenger equipment has been
scheduled for production.

More than half of our passengef cars, other than Pullmans, are
more than 25 years old and 30 percent of the Pullmans are more
than 25 years old. (See appendix 1I1.) Although it is not desirable
to attempt to build a large number of new passenger cars at this
stage of the war, our railroads should -be making plans now for the
replacement of much of this equipment with new and better equip-
ment. Prompt action along these lines, as soon as materials and
manpower become available, will ease the transportation situation
and also will prove very helpful in reestablishing our civilian economy.

In the meantime, the public will have to accept the discomforts of
rail passenger travel as one of the burdens of the war and should plan
to travel as little as possible. Also, the War and Navy Departments
should make transfers of their personnel to distant points only where
necessary for real military purposes, as approximately 36 percent of
the passenger coaches and one-half of the Pullman sleeping and chair
cars are used solely for troop movements and a substantial portion of
the remainder of passenger traflic consists of Army and Navy personnel
on leave and friends and relatives of such personnel on visits to them.
Rail and fastenings. :

Due to shortages of materials and manpower, the 1943 war-curtailed:
program for maintenance of way, including rail replacements, is
expected to fall short by $200,000,000. During the depression, the
railroads reduced their rail replacements to only half the amounts
previously utilized, and during the war, there has been a still further
reduetion.

Indication of the weakening of rails in track use is the development
of an excessive number of transverse fissures in the steel. The exist-
ence of a fissure is not visible but is determined by specially designed
detector cars.

Detected fissures and resulting service failures are compiled by
the Association of American Railroads as follows:

Detected fissures Service failures

PN SO o R Ll e R s 13, 822 5, 764
e BT A Lo N e 15, 064 4, 721
AN S e T e T e R R i e 20, 408 5,772
TR TR SR e e T e e TR 28, 316 7,064

Actual derailments caused by failure of rail and rail joints have
also increased as follows:

Derailments
b R R ST T RO el S e e RS et Y10 290
T e e I ey - it R Ee e e e e i R U 330
Tl T AR T S e ey T e DR e ST L P ST |t el R T s 459
a2 -5 el i e B S i L e e e T D 631

It lshould be noted that during this period traffic has more than
doubled.

Failure to obtain the necessary quantities of rails and materials
as needed has added to the operating difficulties of the carriers.
Experienced railroad men accumulate rails and equipment in sufficient
quantity to keep the manpower on a laying program continually
employed and complete the work efficiently. Under the schedules of
the War Production Board, rails are scheduled for monthly deliveries.
The quantities thus made available are not sufficient to permit their
efficient use until the deliveries for several months have been accumu-
lated to permit an orderly laying program.
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It takes about a year to treat, and air-season cross ties. The
supply of ties available for 1944 will be less than needs by a substantial
amount. Steps should be taken immediately to increase the supply
of cross ties. ;

During recent months, the balance of steel production against steel
requirements has become less critical, and it should be possible to pro-
vide the railroads with increased quantities of steel rail.

Facilities 3

The volume of traffic handled by the railroads is also limited by
facilities such as yards, terminals, signal systems, tracks, sidings,
and buildings. The carriers have not been able to keep abreast of
known needs. Shortage of materials and difficulty in obtaining the
approval of various divisions and committees within the War Pro-
duction Board, such as the Steel, Copper, Rubber, Construction, and
Communications Divisions, and the Non-Industrial and the In-
dusfrial Facilitics Comnmittess has imn »ded the exnaisin of thase
facilities. Obtaining such approvals involves a multiplicity of con-
ferences and repeated explanations of the same needs to different
divisions and committees,

The Association of American Railroads was requested to furnish
certain information on this subject. It has compiled the following
statements:

On May 17, 1943, there were $18,000,000 worth of such projects awaiting such
approvals, involving 263 different projects. Of these, 6 had been before the
War Production Board since February. >

On June 15 there were 254 projects, of which 31 were for signaling, 28 for
bridges, 7 for main tracks, 53 for vard and passing tracks, 60 for mechanical
facilities, 18 for freight and passenger stations, 17 for communication facilities,

an({iﬂ) for construetion. Of these, 40 had been awaiting approval since prior
to May 1.

As of November 15, 1943, there were 142 applications for such projects await-
ing approval of the War Produetion Board. Of that number, 109 were projects
involving an expenditure of $10,000 or more, for an aggregate of $14,593,000.
The remaining 33 projects involve expenditures of less than $10,000 each.

The following kinds of facilities are involved:

Number of
Facility: profects
S O e e VRS S et L e T 11
o R T N e S o 11
ek SO R s SR e S s 10
Yard and passing tracks.___ [ _TT 1T mmTmoseoess 33
o PR SO R S RO S R e 24
‘Freight and PASSengerBtations o n o M e T 3
Comimantedilong: 0T L N T ar e 3
s R s R s s e 14
(i B SR e T S L St MR 0 109

As of November 15, 1943, applications for 26 of the 109 projects had been on
file with the War Production Board for 45 days or longer, :
This situation Las definitely improved. A part of the delay has
resulted from failure of the railroads to furnish information promptly.

OPERATION

Many operating improvements have been effected, among which
are the heavier loading preseribed minimum loads for less-than-carload
shipments of freight and the more prompt loading and unloading of
freight cars.

Shippers, the Office of Defense Transportation, the Interstate Com-
merce Commission, and the railroads have combined their efforts to
obtain maximum utilization of available car capacity. By general
order No. 1, effective May 1, 1942, the Office of Defense Transporta-
tion prescribed minimum loads for cars handling less-than-carload
shipments of freight. - Railroads complied with that order before the
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effective date. By general order No. 18, the Office of Defense Trans-
portation required maximum loading of cars handling carload ship-
ments of freight. Shippers quickly responded to the mandate of that
order. Also, shippers have organized car-efficiency committees to
insure prompt loading and unlpading of cars and to police all other
matters affecting efficient car utilization during the time cars are in
the hands of shippers.

As might be expected, there was some increase in damaged goods,
but this has not been excessive and cannot be clearly attributed solely
to the heavier loading. Although there was an increase of 20.2 percent
in dollar value of damage in the first 6 months of 1943, as compared
with the first 6 months of 1942, there was during the same period an
increase in freight revenue of 23.7 percent. Improved stowing and
bracing methods, such as the use of vertical and horizontal bulkheads
having the effect of tieing the load firmly into the car, have contributed
to minimizing the damage which might otherwise have resulted from
heavier loading.

The Army and Navy have established Traffic Control Sections
which, on the whole, have done a good job in directing freight and
passenger traffic, through methods and regulations designed to utilize
existing transportation equipment efficiently. The volume of traffic
handled has been tremendous. For example, from 10 to 12 percent
of the entire rail ton-mile load moves on War Department bills of
lading. A further substantial volume of Army goods moves on com-
mercial bills of lading after delivery. Further improvement in mili-
tary use of commercial transport facilities involves procurement prac-
tices and direction of personnel movements, where transportation is
only one of many factors to be considered. A wasteful use of trans-
portation under present conditions is so serious, however, that the
military and naval agencies, concerned with procurement and with
personnel movements should work closely with the Traffic Control
Sections, whose staffs are in constant touch with the transportation
situation and are aware of the need for conservation and efficient
utilization of transportation facilities. This is particularly true in
the case of the Army Air Forces, who are not presently under the
jurisdiction of the Traffic Control Divisions of the Army Transporta-
tion Corps. ; ]

Part of the credit for the excellent record of traffic movement
which has been made must be given to the railroads. The operators re-
call the congestion which gave rise to Government control during the
last war, and have benefited from that experience. The possibility
of Government control and their desire to avoid it has spurred them
on to greater initiative and effort and has induced cooperation and
acceptance of centralized control.

The control of W. F. Kirk, located at Chicago, IIl., over routing of
traffic on the western railroads is a good example of this cooperation.
Mr. Kirk, an experienced railroad official selected by the executive
officers of the western railroads, was appointed an agent by the Inter-
state Commerce Commission by Service Order No. 99, dated February
3, 1943, and was also appointed Associate Director of the Office of
Defense Transportation. This action was made necessary because
congestion had appeared. Mr. Kirk is vested with authority to
divert or reroute transcontinental carload traffic from the line of any
railroad or railroads which in his opinion cannot currently accept and
move such traffic, over the line or lines.of any other railroad or rail-
roads less congested and in a better position to handle the traffic.
Such rerouting or diversion has been made regardless of the routing
shown in the bill of lading designated by either the shipper or the
carrier. Over 100 diversion orders have been issued by Mr. Kirk.
Many more diversions have been accomplished voluntarily or under
threat of issuance of an order. '

A factor in producing the record made by the railroads which must
not be overlooked is that the increased volume of trafiic has produced

I—



13 GU

MONO. SEC—

4 Tevenue excess over expenses far greater than the railroads have
had for many years. By the nature of railroad operations, a certain
minimum of facilities and equipment must be maintained regardless
of the volume of traffic. An increase in traffic above that point does
not produce a corresponding increase in operating cost. This has
greatly improved the financial position of the railroads. A chart
showing the net income of the railroads since 1937 is set forth in
appendix 1V.

Proposed conservation measures.

Many other suggested opera ting economies have occasioned contro-
versy. Among them are the elimination or reduction of the wasteful
uses of the transportation facilities involved in undue circuitous routing
and cross hauling.

Circuitous routing.—A great deal has been said about the wasteful
use of rail facilities through circuitous routing. Many startling exam-
ples of long, roundabout itineraries of a particular shipment have been
supplied. In some instances, shipments have traveled more than twice
the distance that would have been traveled if the most direct route
had been used. Government agencies, including the Army and the
Navy, have been included as offenders in this respect. It is charged
that some railroads are still soliciting shipments for circuitous routes
over roads already congested. Tt is suggested that interlocking owner-
ship has sometimes occasioned a roundabout routing so that a railroad
in which a particular shipper has a financial interest may participate
in the division of the freight charges.

It is obvious that it would be impossible to make a separate exam-
ination of each circuitous shipment, determine its necessity and total
the excessive miles so found in order to make an appraisal of the waste
resulting. Nevertheless, these points seem clear:

1. A direct waste results from miles unnecessarily traveled. This
waste is in the form of wear and tear on the rails, the cars, and the
locomotives, consumption of extra fuel, increased man and equipment
hours, longer turnaround time, expenditure of a certain amount of
overhead, ete.

2. The extent of undue circuitous routing has probably been
exaggerated. The Office of Defense Transportation made way bill
studies of shipments on May 27, 1942, which showed that the total
miles traveled by all the cars on ‘that date was only 11 percent more
than if only direct routes had been used. The same study also showed
that 15 percent of the traffic handled by the railroads moved by routes
that were more than 25 percent longer than direct routes.

3. A limited amount of circuity is highly desirable. It creates
flexibility and permits the flow of a larger volume of traffic than if
direct routes only were available to the shipper.

4. Solicitation of traffic for a congested circuitous route where a
direct route is not congested is to be condemned. Continuous vigilance
by the appropriate agencies should be exercised to the end that
individual cases of flagrant disregard for the conservation of rail
facilities in this war emergeney can be dealt with appropriately.

The Interstate Commerce Commission has power to minimize undue
circuitous routing through service orders and the power to suspend;
for the duration, its Fourth Section Orders. These powers, however,
should be exercised only with extreme care, to avoid resulting in a
rigidity of routes which might have unfavorable repercussions.

Such drastic action should not be necessary. The shippers and the
railroads well know when a shipment is sent over an unduly circuitous
route. Their patriotic conscience should be sufficient to overcome
any considerations of immediate and temporary self-interest. The
railroads in seeking to avoid governmental operation and to improve
on the job which, by and large, they have done so well, should devote
greater attention to this phase of conservation.

Fd
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The committee recommends that the Interstate Commerce Commis-
sion and the Office of Defense Transportation conduct test checks from
time to time for the purpose of ascertaining the extent to which the
railroads and shippers have made progress in minimizing excessively
circuitous routing, so that the Interstate Commerce Commission can
be informed as to the extent of the voluntary cooperation of the rail-
roads and shippers and can determine whether any further substantial
benefits can be obtained by issuing orders and regulations designed
to limit unduly circuitous routing.

Cross hauling.—In developing our national economy, in which an
excellent transportation system has played a major part under free"
-and open competition, the geographical area of markets has been con-
tinually expanding. Nation-wide advertising through magazines,
newspapers, radio stations and billboards has also played a great
part.

This free use of transportation facilities has resulted in a high degree
of specialization so that from the raw materials stage to the final
delivery of the finished product in the hands of the ultimate consumer,
there i a complicated and intricate maze of back-and-forth movement.
As individuals, wesxwould probably be astonished if we were able to-
total up the miles traveled by the many simple articles that we use:
daily, from the mine, farm or forest, to the mills, to the factories, to
the wholesalers: to the retailer and thence to vs, and in that process
we would usually find that the components of that article had at one
or several points doubled back.

The theory of eliminating or reducing cross-hauling is that the
transportation involved in moving an article from the point where 1t
is produced to the point where it is consumed is wasteful if that article
or a similar one can be obtained near the point of consumption. Itis
based upon the maxim that we should not “carry coals to Newcastle.”

The War Production Board has issued an order known as haulage
conservation order T-1, directed against shippers, which attempts to
eliminate some of the long hauls.

Studies were made by the Office of Defense Transportation of way-
bills on shipments of certain commoditics on Nay 27, 1942, and
September 23, 1042. These studies showed what appeared to the
Office of Defense Transportation to be excessively long hauls on some
commodities. ‘

One of such studies concerned the shipment of standard Portland
cement.  On August 25, 1943, the War Production Board extended its
haulage conservation order T-1 to include cement and provided that
it would become effective September 24, 1943. ;

In essence, the War Production Board soucht to diminish this
allegedly wasteful use of transportation facilities by establishing 93
zones and prohibiting the shipment of cement from one zone to another
without first getting permission from the War Production Board on a
form which it prescribed. Shipments to the  Army or Navy can be
made recardless of this haulace conservation order if a certificate is
furnished by the Army or Navy that it is necessary for that shipment
to cross a zone line. The order applies only to the finished product
shipped by the cement companies and not to the shipment of ingredi-
ents or supplies used in the production of cement. .

The committee was interested in this subject, not so much because
of the immediate question involved, but rather for the purpose of
making an appraisal of this method of attempting to reduce the waste-
ful use of transportation facilities. «

The first question in making such an appraisal is the amount o
savings estimated to result from the enforcement of the order. _The
War Production Board, Division of Stockpiling and Transportation,
estimated that it would result in a savings of 500,000,000 ton-miles of
transportation annually. Upon questioning, the committée was not
furnished with any studies or facts justifying such an estimate, and
indeed, was told that it was a guess.
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In addition, the committee inquired as to whether or not any at-
tempt had been made to translate thre estimated savings into terms of
scarce materials, i. e., how many fewer locomotives and freight cars
would be required. The committee was informed that not only had
no such study been made, but in the opinion of the officials, no such
study could be completed in time %o be of any use. To the extent the
savings might be in empty car-miles, the order will reduce the revenue
of the railroads and destroy the markets of some of the cement com-
panies, without any substantial relief to the burden of traffic on the
railroads. ;

Furthermore, it is estimated that 80 percent of the cement pro-
duced in 1943 for domestic use is being purchased directly or indi-
rectly for the Government, 55 percent being for the military services.
The military services have already instituted programs for the elimi-
nation of unnecessary transportation by directives requiring procure-
ment of commodities, such as cement, at a source nearest the place of
their intended use. To the extent they desire to purchase outside a
zone where they intend to use it, they need only issue certificates.

Also, it is estimated that because of the reduction in construction
activities, the amount of cement required for 1944 will be only about
half of that required for 1943 which is estimated to be only 60 percent
of that produced in 1942. Heavier loading of cars has increased the
average cement carload from 35 tons in 1939 to 45.4 tons in 1942.

When all these factors are considered, it is apparent that it is impos-
sible, on any evidence Dow available to the Government agencies, to
establish that the cross haulage order issued with respect to cement wil
substantially reduce the equipment needs of the railroads. On the
other hand, by the establishment of artificial zone barriers, the ordemr
does require the cement industry to adjust its methods of operation
and its marketing and distribution practices. This type of regulation
also requires additional forms and additional policing forces. 1t also
makes necessary the partial suspension of antitrust laws. This is
done by a request made to the Attorney General by the War Produc-
_ tion Board, pursuant to section 12 of Public Léaw No. 603.

The zoning itself results in some of the absurd and ridiculous pro-
hibitions which are attendant upon any such artificial arrangements.
For example, a mill in Virginia may ship to Chatlotte, N. C., a rail
haul of 456 miles. A millin Greorgia, however, may not ship to Char-
lotte, although the rail haul is only 349 miles. A mill in Alabama may
ship into Mobile County, although a Georgia mill 85 rail miles nearer
may not ship there. In some instances, the order permits a mill located
in town A to ship to town B, but prohibits the mill at B from shipping
into A. The freight rates as well as the mileage are the same in either
direction. In others, shipments by established routes would pass
through a city to which the shipment from that mill would be prohibited.

Rigid artificial barriers also encounter the fact that, to a certain
degree, the demand for cement is ¢gmbulatory’’ in character, 1. €.,
the peak of demand shifts because of important projects requiring
cement being located in different areas in different years. It is
entirely possible that in one zone there may be practically no demand
in a certain year whereas in another zone the demand may be so high
even as to oxceed the total capacity of the producing plants therein.

Using the order with respect to cement as an example, it is quite
apparent that the subject of cross-hauling should be stu died thoroughly
before orders are issued. It is estimated by the Office of Defense
Transportation that a rigorous application of zoning, based entirely
on transportation conservation factors, would decrease the total
ton-mile load on the railroads by not more than 4 percent, which, .
although small percentage-wise, would assist the transportation
gituation. At the same time, the detriment and shock to our domestic
economy and distribution and marketing system would, as to many
items, outweigh the transportation savings resulting from the elimina-
tion of cross-hauling.
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In many instances, there are no such economic hardships, because
the expense of a long haul practically counterbalances the benefit to
the shipper of reaching the distant market. In such instances, it is
possible that most of the benefits could be obtained by a voluntary
campaign against long hauls. In those cases where such campaigns
are not feasible or successful and where a sufficient background of
study has been made to warrant an order, an appropriate order could
be issued.

The difficulties surrounding this subject are such, however, that it
would be much better to make increased efforts to extend and improve
the facilities of the railroads rather than to attempt to cope with the
~ situation by cumbersome artificial restrictions, the benefits from which
are limited and difficult to predict.

Voluntary reduction.—A much more practical and sensible approach
to conservation is the campaign recently inaugurated by the Office of
Defense Transportation with the cooperation of the War Production
Board and the War Food Administration. It seeks, through plans to
be devised by the Industry Divisions and largely by means of volun-
tary action of the shippers and transport agencies, to achieve a 10-
percent improvement in efficiency of utilization of transportation
facilities.

It is, of course, too early to make any predictions as to the possibilities
of success of this program. Cooperation of the shippers will be vital.
Their record in connection with the heavier loading of cars and speed-
ing up turnaround time by faster loading and unloading lends encour-
agement that substantial progress will be made.

The philosophy of this approach is to be commended in any event—
for'it emphasizes voluntary cooperation and teamwork rather than the
imposition from above of unpopular restrictions—requiring the setting
up of additional bureaus and resultant red tape. The choice lies with
the shippers, for if the voluntary programs fail additional restrictions
may have to be imposed.

This program ought to be extended to include governmental agen-
cies such as the Army and Navy, the Treasury, Department of Agri-
culture, Defense Plant Corporation, Metals Reserve Corporation and
others using transportation extensively. This campaign is an inten-
sification of the voluntary cooperation which has consistently been
employed by the Office of Defense Transportation on the theory that
more could be achieved through the stimulation of an attitude of team-
work on the part of shippers and carriers than through unwelcome
and arbitrary artificial restrictions and orders. The record of the
volume of traffic handled under war emergency conditions is ample
proof of the soundness of this approach.

MOTOR TRANSPORT

The most serious situation with respect to transportation is the
lack of adequate facilities for motor transport. Shortages in tires,
repair parts, new equipment and manpower, plus restrictions on
road speed and other regulations have imposed limits on the carrying
capacity of trucks, busses and automobiles which are far below the
demands for the type of transportation service they render.

The motor vehicle is woven into our national life to such a degree,
and in such manner, that diminution in the service rendered by motor
transport will necessarily have serious repercussions on our war effort.

TRUCKS

The volume of traffic carried by the for-hire trucking industry is
relatively small compared to that handled by the I'allI'OEldS measured
in ton-miles. The ton-mile standard, however, does not accumtdy
reflect the relative service rendered by trucks and railroads because
the average truck haul is much shorter than the average rail haul.
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Although in some classes of haulage, rail and trucks compete, trucks
render an essentially different service being more adaptable to the
short, rapid shipment of relatively smaller lots and furnishing a
store-door delivery. Approximately 54,000 communities in the United
States have no rail service at all.  In many others, rail service is so
slow and infrequent that it is suitable only for the movement of
heavy freight and has to be supplemented by trucks to handle light
freight on fast schedules,

In addition, trucks in a very real sense form a part of the conveyer
belt of industry in conveying parts in process and components from
one factory to another in the mass-production of military and civilian
goods. During the past 20 years, some factories have been located
with respect to raw matcriaﬁ and markets for finished products in
reliance upon the truck in such a way that operations would be ham-
pered and, in some cases, made impossible if truck transportation
were not available.

In January 1943, there were approximately 4,594,100 civilian trucks
in the United States in the following categories:

agHontbumll L i e B 1, 602, 000
Private—industrial and commereial_____________  -TTTTTTTTTTos 2, 057, 760
Intercity-common eamiers____ __ T TTTTTTTTmmmommoasemessnees 200, 700
Centractearriera L0 T G5 R o LWL L B 209, 500
Local common carriers__________ " "TTTTTTTTTTmmommmmmmes s 133, 200
Federal, State, county, and e T Y AR R G i T s
Misoetiansaus T s ie e T T e e s g 110, 000
G e M e Y I R o Lo 4, 594, 100

Class I common and contract carriers, being those with annual
gross operating revenues above $100,000, are the only truck operators
required to report to the Interstate Commerce Comnmission. They
represent less than 1 percent of the total number of trucks. Accurate
statistics on the total volume of freight handled or the equipment
required by all truck owners are, therefore, hard to obtain.

In 1942, the railroads had 25 percent fewer freight cars than they
had in 1918 when truck traffic was comparatively nonexistent. If
the railroads were to attempt now to move a substantial portion of
the freight presently handled by trucks, they would not have sufficient
locomotives and freight cars. Also, the terminal facilities would not
be adequate to handle the increased switehing load involved in an
attempt to handle all the many thousands of short hauls now being
made by trucks, :

Efforts have been made to decrease the demands upon the trucking
industry. Some progress has been made such as the reduction in
delivery service, the elimination of long truck-hauls on certain com-
modities, ete. Still more can be done a ong this line. However, the
amount of the savings from such coflgervation measures will not, in
comparison with the total volume of trick traffic, be very great.
-Fundamentally, we must accept the principle that reductions in the
volume of truck traffic will result in. inability to handle essential\
traffic, which will have important and far-reaching results.

When the committee made a survey of trucking conditions last
spring, it found that the three principal difficulties facing the trucking
industry were lack of (1) repair parts, (2) new trucks and (3) tires.

The committee found that for lack of facilities; the volume of truck
traffic in 1943 and 1944 was expected to be substantially below the
average for the years 1940, 1941 and 1942, and very substantially
below the volume for 1941, the high year,

Maintenance and repair parts. .,

It is obvious that in providing for essential motor transport, the
maintenance of existing vehicles is of rime importance., Due to
lack of new vehicles, we are using our old ones much beyond their
normal life based upon peacetime standards, when it was the practice
bo turn in used equipment for new at frequent intervals,
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This has multiplied the need for replacement and repair parts
because of the fact that with the increased age of the vehicle, more
extensive and more serious repairs are required. At the same time,
inventories of parts have become depleted. The shortage of replace-
ment parts was further aggravated by & vigorous scrap drive instituted
by the War Production Board in 1942 which resulted in approximately
4,000,000 motor vehicles in the Nation’s junk yards being broken up
and shipped to the steel mills. A tremendous number of serviceable
parts, which in normal times would have been fed back into the motor-
transport system, were destroyed and the civilian market was deprived
of these reserves. Action to correct this situation was not taken
until May 29, 1943, when the War Production Board issued Congerva-
tion Order M-311 which prohibited the scrapping of used serviceable
automotive parts.

Until the summer of 1943, purchases for military use were being
made from civilian stocks of parts. A study made by the War Pro-
duction Board revealed that during the first 9 mon ths of 1942 military
purchases accounted for 14 percent of total sales of parts. The Army
had now improved its ability to supply parts through its depots and
has prohibited military purchase of parts from civilian stocks except,
in cases of emergency. Nevert heless, while that situation existed it
constituted a severe drain on parts inventories at a time when parts
production was restricted.

Although comparative statisties are not too reliable, recent figures
compiled by the Office of Defense Transportation disclose 292 per-
cent more vehicle-days lost by busses in August 1943 because of

arts shortages than in August 1942, 271 percent more lost by for-
Eire trucks, and 175 percent more lost by private trucks. Alt ough
not a sizeable amount in vehicle-days, the rate of increase is alarming.,

Since March 1943, the Office of Defense Transportation throug
its 142 district offices, the War Production Board and parts and
vehicle manufacturers have been attempting to assist operators in
locating parts needed to maintain their vehicles where those partic-
ular parts could not be found locally. The usefulness of this work is
obvious, but indicates clearly the lack of an adequate inventory and
emphasizes the need for producing more replacement parts.

The facilities for producing some of the replacement parts which
are now critically short are much the same as those for producing
original parts for automotive vehicles, farm machinery, ete. These
are now largely devoted to production of component parts for ve-
hicles and airplanes for the armed services. Critical materials are
no longer a serious problem. Facilities are now the bottleneck.

Commencing on September 12, 1941, and extending up to the
present time, the manufacture of replacement parts has been con-
trolled by limitation orders, first by the Office of Production Man-
agement and then by its successor, the War Production Board. The
present limitation order is known as I.-158, and until recently, it
restricted the manufacture and distribution of replacement parts to
a specified percentage of previous produetion. Civilian parts were
accorded a priority rating of AA2x, inferior to the AA1 rating for
military production. :

- The committee believed that it was apparent that motor transport
operations would have to be very substantially curtailed to the great
detriment of essential activities, unless prompt action was taken to
make more repair parts available to operators, and particularly the
small operators. The committee found that one of the principal
reasons why suflicient parts were not being mgde available was that
the manufacturers of parts for civilian use had been assigned a priority
substantially below that assigned for the production of parts for use
by the armed services. As a result, manufacturers were able to
ogtain the allocation of materials for parts for the armed services and
were unable to obtain them for parts for civilian use. The parts for
the armed services were being produced substantially as scheduled,



19 GU

MONO. SEC.

but only a fraction of the parts scheduled for civilian use were being
manufactured. Some facilities for producing parts in which there
was an especially critical shortage were already loaded with military
orders for many months to come. Furthermore, there is a consider-
able time lag between authorization and actual production and dis-
tribution for use. The situation was becoming worse rather than
better and could be remedied only by changing the priority classifica-
tion and recognizing the importance of maintaining our motor trans-
port facilities.y

This situation was called to the attention of the War Production
Board. On October 11, 1943, the War Production Board amended
Lintitation Order I.-158 so as to assign a priority rating equal to
military production to parts for medium-heavy trucks, trailers, and
busses. Because of the objection of Army representatives and others,
the. amended order excluded parts for passenger cars and light trucks,
although, as to the latter, some parts are interchangeable with parts
for the heavier vehicles.  On November 13, 1943, L-158 was again
amended so as to remove the restrictions on the amount of inventory
which could be carried by manufacturers.

At the time of surveying facilities for new truck production, later
discussed in detail, only rough estimates of replacement parts require-
ments were made, and percentages of production were allocated
thereto. A more complete survey of parts requirements and facili-
]tges té) produce them is now being conducted by the War Production

oard. Bl

The committee is disappointed that such surveys were not made
sooner. The survey regarding parts is new merely in the stage of
getting the industry’s approval of a form, which will later have to be
approved by the War Production Board and the Budget Bureau
“before it can be circulated and the collection of the information
started. This information will then have tojbe compiled and studied
before plans for scheduling production can be formulated. This
point will probably not:be reached beforefthe 1944 new truck program
is well under way. Tt is, therefore, quite likely that that portion of
the replacement parts program which exceeds the rough percentages
already allocated will take an inferior position in 518 production
schedules, so that a sufficient quantity of parts may not be produced.

The committee believes that a production program should be
scheduled as a whole, rather than piecemeal, in order to include sub-
stantially all items that are affected by it; and that it should be
realistically planned, based on facts rather than guesses, so that those
depending on it will not be misled by actual production falling behind
schedule; but it is disturbed that so much time must now be con-
sumed preparing forms, conducting surveys, and devising a program
when the replacement parts situation is daily becoming more acute.

A vehicle lacking only one vital functional part may be laid up and
rendered useless on that account. To permit that vehicle to remain
so laid up while a new one is. being built is obviously poor economy.
The new civilian truck program scheduled for 1944 is far below the
normal annual civilian replacement, and the great bulk of the trucks
so scheduled will not be available until the latter part of the year,
In the meantime, many vehicles will be in urgent need of essential
repair parts and, to the extent that they are not available, will be
laid up. -

It is to be hoped that the rough estimates allowing a cerfain amount
of production of replacement parts in the 1944 new truck program
were adequate, but other steps should be taken immediately to insure
the earliest possible availability of all necessary replacement parts.

New trucks.

Just as in the case of railroads, there has been a tendency to think
. that somehow our truck transportation industry-will be able to get
along with little or no new equipment, and that the facilities for
making such new equipment can be diverted indefinitely to the
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manufacture of war equipment. In the ecase of trucks, this tendency
has been even more pronounced than that in the case of railroads. At
the same time, limited supplies of gasoline, particularly in the East,
and the shortage of tires has led to the assumption that wherever
possible transportation by truck should be eliminated in favor of
transportation by rail.

As a result, during 1942 and 1943, the United States, the greatest
user of motor vehicles in the world and the most dependent upon
them, has had practically no trucks manufactured for civilian use.

Most of the new trucks on hand, at the time the manufacture of
trucks was stopped early in 1942, were taken for war purposes. The
Office of Defense Transportation requested that 261 ,500 of such trucks
be made available for civilian use in 1942, but,only 97,000 were assigned
for that purpose. This should be contrasted with the 576,000 new
trueks required for replacement needs alone in 1941, a year when more
than one million new trucks were manufactured. From March 9,
1942, when releases from the truck pool commenced, until November
1, 1943, approximately 90,000 trucks were issued for civilian use.
This is the equivalent of 54,000 truck replacements annually, less
than one-tenth of the new trucks supplied in 1941,

Even with™ drastic rationing, inventories of trucks available for
allocation to civilian use have now been almost completely exhausted.
In October 1943, there were only 31,386 trucks left in the pool (11,256
light, 18,295 medium, and only 1,835 heavy). Many of these were
special-type trucks, not suitable to general commercial haulage.

With the exception of a few thousand trailers, primarily tanktrailers
for petroleum transportation and pole trailers for logging operations,
the only trucks authorized for production for civilian use up to July
1943 were 4,000 heavy trucks which were to be built to replace trucks
allocated to civilian use but transferred to the military services. This
figure was later reduced to 3,017, the number actually withdrawn for
military use. Although the production of these trucks had been
authorized in July 1942, only 2,252 of such units had been built by
October 29, 1943,

A program was formulated by War Production Board for producing,
‘during the last half of 1943, 7,500 heavy trucks, 5,610 commercial
trailers and 1,600 attachment third axles, together with an appropriate
‘number of bodies. Some progress has been made in the production
of third axles, bodies and trailers, but virtually no Erogress has been
‘made in the production of the 7,500 heavy trucks. Through the month
of October, no trucks had been completed and it is now estimated that
‘only a total of 450 will be built this year although all should have been
completed by the end of December. Manufacturers have indicated
that the 7,500 trucks will not be completed before the end of June
. 1944 and then only if schedules for component parts such as engines,
- axles, and transmissions can be so revised as to provide parts for these
trucks to be allocated to civilian uses. The reason for the failure to
produce these trucks was the assignment by the War Production
Board of a priority rating inferior to that assigned to the production
of vastly greater quantities of trucks for the armed services.

Meanwhile, early in June 1943, the Automotive Division of the War
Production Board requested all claimant agencies to subniit their
truck requirements for the last half of 1943 and the year 1944 by not
later than June 14, 1943. Requests for trucks were submitted by the
Maritime Commission, Office of Economic Warfare, Canada, War
Production Board, Office of Defense Transportation, Army, Navy,
and Lend-Lease. Some of these agencies failed to submit their final
estimates until August or September, ;

The Office of Defense Transportation is the claimant agency for the
civilian trucking industry of the United States, The total require-
ments for new trucks for which demands had been made upon the
Office of Defense Transportation for the 18-month period ending
December 1944 were 328,000, This figure was reduced by the Office of
-Defense Transportation te 79,625 for 1944 production on the ground
that the materials and fatilities for miore than that number of trucks
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simply were not available if the amounts requested by the armed serv-
ices and the other agencies were to be met. On August 28, 1943, the
79,625 figure was reduced by the War Production Board to 19,218
trucks for production in the first half of 1944, Even this figure was
relatively meaningless because, as previously noted, inferior priority
ratings had resulted in virtu ally no progress in providing for the manu-
facture of the 7,500 trucks scheduled for production in the last half of
1943. Under the circumstances, it was apparent that unless changes
were made, there was little possibility of any substantial number of
trucks being produced for civilian use hefore the end of 1944,

The War Department has requested the committee not to publish

" the number of trucks requested by it, either for its own use or for

- could continue inde

delivery to Russia and England. ~ The committee will not publish
these figures, but the hundreds of thousands of trucks requested by
the War Department for 1944, taken in conjunction with the hun-
dreds of thousands acquired by it in the years 1941 through 1943,
raises a most serious question as to whether the Army’s plans and the
highway facilities in the places whore the trucks will be used would
be sufﬁﬁient to require, or even to permit, the use of such vast numbers
of trucks.

Due to changes in the methods of warfare and due to errors and
mistakes, the War Department has already made serious miscalcu-
lations of its needs, particularly in ordnance and tank roduction,
and it has already been established that more than a Eundred of
the new plant facilities built at the request of the War Department
either were never operated at all or are not required to be operated
at more than 60 percent of capacity. . :

Because the committee does not want to take even the slightest
risk of impeding the progress of the war by insisting upon the reduc-
tion of what may very well be unnecessary and unreasonably large
requests by the War %epartment for trucks, the committee at this
stage can only recommend to the Army Service Forces that they,
themselves, subject their estimates to the most, rigorous scrutiny to
make certain that they are not unnecessarily too large. The respon-
sibility for making these requests rests squarely upon the Army
Service Forces. Tiey are aware of the need of these trucks for civilian
transportation essential to the war program. At a later date, when the
Veil of secrecy can no longer enshroud the facts, they will have to
account to the public by showing how many of these trucks actually
were used in front-line operations and how many ton-miles of freight
were carried by these which never reached the front. |

In addition to War Department requests for trucks for 1944, which
include some hundreds of thousands o trucks for Russia and England,
71,000 trucks were allocated to other claimant agencies for uses
other than the United States civilian trucking industry. Such
agencies include the Navy, Maritime Commission, Office of Lend-
Lease, Office of Economic Warfare, Canada, and the War Production
Board, and the aggregate number of trucks many times exceeded the
19,218 originally authorized to be built for civilian use. The same
obiigation will rest on these agencies as rests on the War De artment—
to account to the public, at a later date, for their requests by showing
the necessity for the use of such trucks.

The committee called these facts sharply to the attention of the
various agencies involved because the committee desired assurance
that proper and sound plans were being made and that proper balance
would be maintained by the War Production Board. The committee
took the view that it was unsound to believe that because our civilian
transportation had gotten along somehow: up to the present time it

Enite_ly without adequate replenishments. i

On November 2, 1943, 'a final decision as to 1944 truck prodiction
was made by the War Production Board in which there is reflected a.
more realistic appreciation of the needs of the civilian trucking ins
dustry. For example, the War Production Board has designated

\
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1944 truck production of both civilian and military trucks a ‘“must”

rogram and declared manpower for its production “essential.” It
has established an equal priority rating for all of the segments of the
program, both military and civilian. It has provided for unified
expediting. Furthermore, it recognized to a greater degree the
essentiality of filling civilian truck needs. While military requests
were cut only approximately 3 percent, civilian domestic Tequests,
although eut by nearly 15 percent, were much more adequately
recognized than seemed likely last August.

A further encouraging feature of this decision is the fact that it was
based upon a survey of the production facilities in the country as to
components considered most scarce, i. e., rear axles, transmissions, and
engines.

This survey, however, was deficient in that it did not attempt to
take into account such underlying facility bottlenecks as foundry and
bearing manufacturing facilities. The committee has been assured
that such surveys are, however, being conducted and that steps will
be taken to prevent such facility shortages from impeding the pro-
duction schedule agreed upon. Likewise, the survey was somewhat
deficient in failing to take into account, completely and accurately,
the demands on the same facilities for the production of replacement, '
parts. As previously noted, this survey is likewise in the process of
formulation.

It should also be noted that the program for civilian truck produc-
tion has not been stepped up appreciably for the first half of 1944 over
that approved last August and that meeting civilian productien
schedules will, to a large degree, depend upon the constructian of new
facilities. A further factor delaying the actual delivery of civilian
trucks is the fact that military production has already been scheduled
far ahead and although civilian production has been accorded equal
priority, it cannot apply to facilities already absorbed by military
production.

The committee recommends that all possible speed be achieved in
the production of trucks and that existing schedules be reexamined in
order to ascertain whether or not some part of pregent military pro-
duction may not be deferred without impeding the the war effort.
Tires.

The situation with respect to tires is extremely critical, The com-
mittee has been requested to keep actual figures secret and will comply
with this request. '

However, it is no secret that supplies of natural rubber are not
greatly above the margin necessary for safety and that we do not yet
Enow how to make heavy-duty truck tires composed of 70 percent
synthetic rubber which will give performance comparable to natural
rubber tires. The savings in natural rubber, under presently known
methods, is negligible because the synthetic rubber truck tires will
run only a fraction of the miledge of a natural rubber tire. Progress
in this Tespect is being made, but the relatively poor performance of
heavy-duty truck tires of synthetic rubber will require the manufac-
ture of many more tires during the next year than had been contem-
plated. There is also a serious shortage of rubber working and syn-
thetic tire manufacturing facilities.

These circumstances render it impossible to provide the number
of tires necessary to service the enormous number of trucks requested
by the armed services and lend-lease, if we have any expectation of
providing sufficient tires to keep our essential civilian vehicles in
operation. While cuts made in tEe allocation of trucks for lend-lease
will provide some relief, fundamentally we must face the alternative
that (1) either the Army Service Forces will cut down or reschedule it8
truck program or (2) there will not be sufficient tires to maintain our
essential civilian transportation. _

This presents an additional and formidable reason for the commit-
tee’s recommendation, previously noted, that the Army Service Fotced
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subject their estimates of truck requirements for 1944 to the most
rigorous scrutiny., The faet that we have reached November 1943,
with requests and allocations of trucks and tires for 1944 without
giving thought to the hard practical facts of the situation, is-an indj-
cation of poor Mmanagement and lack of Cooperation between the Army
Service Forces and the civilian agencies involved, Such a situation
ought never to have been bPermitted to arise, Immediate action
'éhould_ be taken to work up a realistic program. Failure to do so wil]

BUSSES

Busses have been handling an increasing Proportion of the Nation’s
Eassenger load. Based on Present estimates, intercity busses will

ave carried 2% times more Passenger miles in 1943 than they car-
ried in 1939, 8 :

In 1942, mtercity bus systems handled 28.9 percent of the passen-
ger traffic as compared with the railroads’ §7._3 percent, measured in

bassenger is 52 miles, whereas the verage distance per raj coach
Passenger is 103 miles, with parlor and sgleeping-ca.r Passenger dis. .
tances averaging 415 miles, In 1942, intercity busses carried 692
million passen ers, whereas the railroads ca.rriedv 624 million, :
The essent.iéﬁ characteristic of hys travel is its flexibility in being
immense network of highways, in being able to pick
Up and discharge Passengers at any point along the route and in

he reduction of private Passenger automobhjle travel, which priop
to the war was estimated to be many times the total of gl public
travel, has given bug transportation increasin importance. It ig
now relied upon for transportation of workers an shoppers much Mmore
than if gasoline and tire shortages had not restricted automobile use,

he bus industry has been faced with very much the same problemg
as the truck industry, i. e., shortages of equipment, repajr parts, and
tires. The bus industry, however, has been permitted to. expand jtg
equipment, Although only 2,277 busses were produced annually for
the period from 1935 to 1941, nearly 4,000 were Mmanufactured in the
year 1942 approximately 3,000 were scheduled for production in
1943 and the 1944 program calls for over 6,000. The followin table
shows the number a.:ng bercentage of increase jn busses owned from

1939 to 1943:
163 1940 1941 1042 | 1913

Number of busses owned
Percentage of increase or

Speed,
. The speed limitation ; y order No. 23
1ssued by the Office of ) ranspottation on September 26 1942

effective October 15, 1942, has imposged heavy burdens on the
intercity bus industry. , To g considerable extent, the g eed limita-
tion of 35 mjles per hour has offset, the new busses installed beeause,

also increased manpower problems because, at the slower rate, more
drivers are needed to travel the same' number of miles. Busses
operating at a maximum speed of '45 miles ber hour produce g Suss
tained speed of only 35 miles Per hour. A maximum speed of 35
miles per hour results in & sustained speed of only 28 miles per hour;
Timetables for busses had to be adjusted accordingly.,
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Clertain studies made by bus companies have indicated that there
is very little, if any, more bus tire wear at a maximum speed of 45
miles per hour than at a maximum speed of 35 miles per hour. Fur-
thermore it was shown that at the lower rate of speed there were many
more gear shifts and brake applications. These latter items intensify
the maintenance problem because of the extra wear on the parts
involved. Slower schedules also resulted in much heavier loading,
which has meant a harder use of busses, also adding to the mainte-
nance needs. ;

When the rubber shortage became apparent, the committee took
the view that a limitation on speed was necessary but recommended
that the maximum limit be 40 miles per hour. The Baruch com-
mittee adopted this recommendation but reduced the speed-limit to
35 miles per hour.

Studies made by the Public Roads Administration and others have
indicated that the 35-mile limit is not being observed too well. Itis
claimed, however, that the 35-mile limit, although violated frequently,
has produced a substantial reduction in the average speed of motor
vehicles.

As was predicted when this committee reported the rubber shortage
in the spring of 1942, the period now before us is likely to be the most
critical, from the point of view of interruption in service for lack of
tires, because the stockpiles of new tires and matural rubber have
dwindled and tires now on vehicles have had many miles more wear,
while relief from the manufacture of synthetic rubber and tires is
still months away. ' :

In the light of this situation, the conservation of tires is more im-
portant than it ever was. The Office of Defense Transportation has
been conducting a study, attempting to determine by more scientific
methods than any heretofore used, the exact effect of speed on tire
wear. It has not yet made public its findings..

If it can be determined with substantial accuracy that raising the
maximum speed limit for trucks and busses from 35 miles per hour to
40 miles per hour would not result in an appreciable increase in the
amount of tire rubber consumed, the committee recommends that the
Office of Defense Transportation modify its order No. 23 to permit
the higher speed.

Intercity busses would be particularly helped if they could speed up
their schedulés to the extent that would be permissible with even &
5-mile increase in the maximum speed allowed. It would have the
same effect as adding more busses and more personnel because the
same equipment and manpower could carry a greater t.ran&:{)ortation
load. The total savings in time to bus passengers wo also be
substantial. :

Local public transit.

"~ The restriction on the use of automobiles through gasoline and tire
rationing and shortages of replacement’ parts and mechanics has also
thrown an unprecedented burden upon local transit systems. In
1941, city streetcar and bus systems carried about 14 billion passengers.
In 1942, this figure increased about 28 percent to 18 billion passengers.
During the first half of 1943, local transit systems were carrying at the
rate of 22 billion passengers per year. At the same time, transit
vehicles were increased by a little over 8 percent in 1942, and there
has been practically no increase in vehicles since.

In 1942, 45,000 city busses constituted one-half of the number and
one-third of the seating capacity of all vehicles engaged in local transit.
These busses, of course, are taced with the same problems of parts,
new equipment and tires common to all forms of motor transport
which have been discussed in the truck section of this report.
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AUTOMOBILES

There are nearly 25,000,000 automobiles registered in the United:
States. More than any other nation, we have become dependent upon
the automobile and the highway systems for passenger transportation.
The amount of automobile traffic has beern drastically curtailed through
the tire and gasoline rationing programs and through the shortages of
repair parts and repair facilities this curtailment has been reflected in
the increased volume of traffic handled by public transport agencies.
It is extremely difficult to assess and analyze accurately the importance
of traveling by automobile in degrees of essentiality.

Early in 1942, the Michigan State Highway Department, the Public
Roads Administration, and other transportation agencies condueted
a survey of over 700 factories in Michigan with a combined total
employment of almost a half million employees. In 633 of the plants,
representing 81 percent of the total employment involved in the sur.
vey, more than one-half of the employees depended on their own

~cars to come to work.

The location of plants and dwellings in the past 25 years has been
made in reliance upon the availability of this form of transportation..
It is, therefore, extremely doubtful that the public transportation
agencies, even if they had an excess capacity, which they do not,
could serve any substantial portion of the employees now going to and:
from work in their own cars.

In the discussion of the program for production of replacement
parts in the truck section of this report, attention was called to the.
recent amendments to the War Production Board order L~1 58,
limiting the production of replacement parts. While a priority
rating equal to military production was assigned to medium and heavy
truck parts, this was not done with respect to light trucks and pas-
senger automobiles.

The automobile parts shortage is particularly dangerous because
the older vehicles, needing repair, are widely owned among the classes,
such as farmers and war workers, who are most dependent uponfauto-
mobile transportation.

Parts for automobiles, taxicabs, and light trucks are to some extent
interchangeable with parts for the heavier trucks. As to those
interchangeable parts, there would be a more economical use of mate-
rials, facilities, and manpower if the total parts to be produced could
be scheduled as one run in accordance with sound mass-production
practices. Replacement parts are ordinarily purchased by the con-
sumer only when there is an immediate use for them. This should be
a sufficient guaranty of economical use. )

Since it would be almost impossible, even through another cumber-
some rationing program, to distinguish between the degrees of essen-
tiality of use of automobiles, the committee believes that provision
should now be made for the adequate production of replacement parts
for automobiles, taxicabs, and light trucks. The committee recom-
mends that the War Production Board reconsider upgrading the
priority rating on these parts.

AIR LINES

Our domestic air lines carry only a negligible fraction of the pas-
sengers and freight. In 1942 they carried approximately 0.1 percent
of the freight and 1.8 percent of the passenger traffic carried by publie
transport agencies. Their importance, however, is far greater than
such percentages would indicate.

This war has placed emphasis on speed, not merely in isolated cases
of emergency but in continuous daily operations. If, for example,
it were possible to calculate the number of ferry command pilots that
would have been needed if they had been forced to travel to their
appointed tasks by slower forms of transport, the amount of cost in
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Jost man-hours, in the training of additional pilots, and in slowing down
the progress of the war would have been tremendous. losses of
production hours resulting from a line shut down for lack of some
vital component, losses of time of management and military, and
governmental officials, slower mail, ete., would have been similarly
costly. The contribution of the air lines, though small i'n volume,
hﬂsdbeex(i large in terms of the peculiarly valuable time-saving service
rendered. :

A relatively young industry, air transport had grown rapidly and
was flourishing at the time war was declared.

Comparative statistics of air transport operations for the years
1930 and 1941 and for the years ending June 30, 1042, and June 30,
1943, are set forth in appendix V. From an inspection thereof, 1t w;?ll
be noted that between the years 1930 and 1941,7the pumber of ‘air
lines and the number of planes used by them decreased, but that there
was a very substantial increase in the pa.ssenger—miles and ton-miles
of air transport. .

On January 15, 1042, the regulation of air traffic through the
priority system of eontrol of air travel and cargo Wwas in_st-alled by the
Army - Air Forces, based upon the eriteria of relative importance of
travel to the national defense, considerations of urgency, and lack of
availability of other modes of travel. : Ak

On May 18, 1942, of the 324 planes then owned by the air liries, all
but 165 were taken over by the Air Transport Commands of the Air
Forces by either purchase or lease. Subsequently, from time to time, &
total of 16 planes has been returned to the %ir lines, 5 of which were
replacements for destroyed planes. :

Jotwithstanding the foregoing and other burdens imposed upon the
air lines, a remarkable record of transportation achievement has been
compiled. On July 15, 1943, coveral of the larger lines made reduc-
tions of passenger fares averaging about 10 percent and made some
reductions in express rates. :

The air lines have increased the average daily scheduled flying hours
per plane from 8.03, before the 50 percent reduction 1n number of
planes of May 18, 1042, to 11.27 as of September 1, 1943. The
revenue passenger load factor, being the percentage of actual pay load
to capacity load, was 86 percent for the first 6 months of 1943, as
compared with 67 percent for the corresponding months of 1942.
These efficiencies enabled the air lines to handle—in the year ending
June 30, 1943, with only 164 planes—almost as many passenge-r‘-mﬂe-s

~ and a far greater quantity of mail, express, and excess baggage than
- they had handled in the preceding year with 324 planes.

Our civilian air lines, in addition to handling air transport traffic,
have given great aid and assistance to the war program by making
their facilities available for servicing, maintaining, converting, an
modifying Army planes, thus freeing, to that extent, the Air Forces
from establishing similar facilitics. The civilian air lines have also
assisted in training navigators, pilots, mechanics, and meteorologists

{or the Air Transport Command and have taken over and operated a
large number of the planes made available to the Army Air Transporb
Command. ; ;

There is great need for transport planes for many war purposes, and
the supply, although substantially inereasing at a more rapid rate,
is not equal to all the demands. This means that it is not possible
to furnish the civilian airlines in the United States with anywhere
near the number of planes that they could usefully employ. Never:
theless, it should soon be possible to return to the airlines a subst_antml
number of the planes taken from them a year ago last May.  The
record to date of returning only 16 planes, 5 of which were re_place—
ments for destroyed planes, is not creditable. The air lines of the
United States have established that they can utilize any transport
planes furnished to them with a very high degree of efficiency. This

factor, although not the sole or controlling factor, 13 very 1_mp0rta.nt.
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and should be given most careful consideration before transport planes
are assigned to other uses where the efficiency factor will be substan-
tially less.
The Committee has requested our armed services to furnish figures
as to the comparative efficiency in ton-miles and passenger-miles and

in average daily hours of flight time of the transport planes operated
by them.

BARGES

Tnland water transpeortation has carried a substantial portion of the
wartime transportation load.

The principal wartime development in inland waterway transpor-
tation was the effort to carry a greater amount of petroleum products
by barges as a result of the eritical shortage which developed when the
tanker movement was interrupted by submarine attacks and the di-
version of tank ships to the carrying of petroleum products to other
areas in response to direct military needs.

In May of 1942, because of this crisis, a program was inaugurated
for the construction and conversion of barges and for construction of
towboats and tugboats for the purpose of increasing deliveries by
barge into district I to alleviate the hardship experienced there from
the petrolevm shortage. The comrmittee inquired into this program
and issued an Interim Report on Barges in January of this year calling
attention to the slow progress that was being made in this expansion
program.

In the light of changing conditions, the original authorized con-
struction program was mwodified from time to time and is not yet com-
pleted in its entirety, although a substantial part of the vessels pro-
vided for have been delivered and are now serving either in the
petrolevm-carrying trade or in cther services useful to the war effort.
In the following table are set forth the present modified barge, tow-
beat, and tughoat construction programs showing the total number to
be built and the number completed as of November 30, 1943:

Totalnum- |
ber planued l\uniall}lerd
Item under the comf“l\? o
modified ,‘5533 19&)3“
program ?
Conversion of steel eargo barges into tank barges_ o ceiaioioo 116 116
‘Welded steel oil and hopper barges. ____ 155 40
Steel tugboats, 600 horsepower. .___ 100 66
Steel towboats, 2,000 horsepower... s 21 4
b L e e e S e L SR R O 269 269

Except for the wooden barges, all of the vessels completed have been
put into service in the petroleum-carrying trade or in other uses
essential to the war effort and the agencies concerned anticipate a
demand for those remaining to be built as soon as they are completed
and ready for service.

The wcoden barges, however, are not in use to any substantial
extent and the agencies are anticipating considerable difficulty in
e ploying them either in the petroleum-carrying trade or otherwise.

They represent an investment of more than $22,000,000 of funds
furnished by the Defense Flant Corporation, were constructed
acccrding to designs and under the supervision of the Corps of Army

Engineers and their operation is directed by the Office of Defense
Transportation.
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Twenty-seven of these barges were usedd between September 6,
1043, ard November 20, 1943, in the moven.ent of Navy special fuel
oil ficm Texas ports to Fanama City, Fla, where the oil was trans-
ferred to tank cars and hauled to Norfolk, Va. This was the first
extensive use of these barges for hauling residual fuel oil and, as a
result of this experience, certain features of the movement of oil by
wooden barges were encountered. First, carrying oil in wooden
vessels has never proven too satisfactory because of inability to malke
weoden vessels watertight.  Second, due to the shortage of seasoned
Jurcber at the time these barges were being built, green lumber had
to be used which resulted in poor fitting seams and joints and conse-
guent contewiraticn of the ol by calt water through seepage through
the Lulls, decks and hatch covers of the barges. Third, due to the
nature of constructicn, the prmp lines did not reach to the bottom
of the barge and, as a result, 700 to 900 barrels of cil and sea water
remained in the bottem of the barges. The contamination of the
oil was such that unless corrective measures were taken, the wooden
barges could not be continued in the service of transporting Navy
special fuel oil because Navy spetifications called for oil in which
there was contamination not exceeding 0.5 percent, whereas in some
of the oils transported in wooden barges, the contamination was as
high as 3.5 percent.

Similarly, 10 barges were used in the movement of molasses for the
Defense Supplies Corporation from Port Everglades, Fla., to Balti-
more, Md., but contamination from sea water caused fermentation
of the molasses to such an extent that this use of the wooden barges
was discontinued because of the spoilage of the molasses.

@orrective measures are now being taken consisting of (1) calking
seams and covering decks with canvas and tar for the purpose of
making the barges more watertight; (2) the pump lines have been
extended to the bottom of the barges so as to be able to remove the
oil and salt water at the bottom of the barges; and (3) coils are being
installed in storage tanks at Panama City, Fla., for the purpose of
heating the oil and driving off the contaminating water.

The results of these corrective measures have not yet been obtained
since the Navy’s use of these barges for transporting its oil is only
now being resumed. It is to be hoped that the problems will be over-
come to the extent that it is possible to render wooden vessels suitable
for the carrying of oil.

Of all of the mediums of transporting oil, that of carrying by wooden
barge is probably the least desirable and because it must be combined
with rail movement and involves transshipment to tank cars is gen-
erally more expensive than the all-rail movement. Difficulty was ex-
perienced in chartering these wooden barges to independent operators
or for commercial movements because of the greater expense, the
likelihood of contamination and the greater fire hazard and higher in-
surance rates. The wooden-barge program was engaged in solely as
a last resort during the height of the petroleum shortage crisis and
the concurrent shortage in steel. Wooden barges were then recog-
nized as a make-shift substitute and indicated, more than anything
else, the extremity which then existed. Furthermore, under the con-
contemplated use, it is estimated that these wooden barges could not
contribute more than 50,000 barrels per day in deliveries to the
eastern seaboard.

Nevertheless, while the petroleum shortage on the eastern seaboard
has been alleviated through tank-car movements, the construction
of pipe lines and the resumption of some tank-ship movement so that
total deliveries even now exceed pre-war volume, it will be difficult to
satisfy the long suffering residents of the eastern seaboard that these
barges, even though they be a marginal type of transportation, should
be permitted to remain idle, if they would in any way contribute
further relief from the petroleum shortages in the eastern States.
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The barge program, conceived at a time of dire emergency, was
delayed for 6 months by endless conferences and practically no action.
We are now getting deliveries upon the construction program which
really started about the first of this year. In the meantime, conditions
have changed substantially and while a great portion of the program is
serving usefully, a part of it now appears to have been of little value
except as a stand-by or insurance in the event that another similar
crisis should again appear.

Barge deliveries of oil into district 1 have increased by approximately
100,000 barrels per day in the 2-year period of the war and carry
approximately 7 percent of the deliveries of petroleum products into
district T at the present time. While this percentage is small, the
contribution made by the oil-barge movement is substantial and the
committee hopes that even additional relief will be forthcoming from
present efforts to employ the 269 wooden barges now on hand.

PIPE LINES

Pipe-line transportation of petroleum was clearly and properly
visualized by the Petroleum Administrator for War as a sclution to
petroleum-transportation problems. At this time, the greater part of
the pipe-line program has been completed. As aresult, the petroleum-
transportation problem can be said to be greatly alleviated. The
Petroleum Administration has announced that next spring petroleum-
transportation facilities will be adequate to handle all domestie
production.

Pipe-line shipments to the East last month reached a high point of
424 593 barrels a day, and this represented an increase of nearly
300,000 barrels a day over deliveries in the corresponding period a
year ago. This is largely attributable to the Big Inch pipe line which
is now in operation. This pipe line now has not only reached, but
topped its maximum capacity of 300,000 barrels a day delivered to
the Atlantic seaboard. All of its pumping stations are in operation.

The second large pipe line for the Atlantic seaboard, a 20-inch line,
is expected to be completed by the spring of 1944, and this will result
in the delivery of an additional 235,000 barrels a day of gasoline.

The two large pipe lines, together with their distribution system
and the number of smaller pipe lines to the eastern seaboard, will
result in the delivery by pipe lines of about 60 percent of the amount
of pre-war type of deliveries from domestic sources to the east coast.

When this figure is taken in conjunction with. the phenomenal
increase of tank-car shipments to the east coast since the beginning of
the petroleum emergency, the total of new transportation facilities
to the eastern seaboard assumes proportions of which the Petroleum
Administrator for War well may be proud.

It should be pointed out that the total cost of the Big Inch pipe
line was $95,000,000 and that of the second war emergency pipe line,
the 20-inch line, is estimated at $75,000,000. The total is only a
little larger than the cost of the Canol project in Canada which to
date has not yielded any petroleum for the war effort and which on
completion in the spring of 1944 will yield only 3,000 barrels a day of
crude oil, and about 1,500 barrels a day of gasoline, as contrasted with
the total delivery of 535,000 barrels a day by the two big pipe lines.
The Petroleum Administrator for War had no connection with the
Canol project. :

A total of 17 other pipe lines have also been completed embracing
with the 2 large lines, more than 11,000 miles of construction,
reversals, and conversions. For the most part, the smaller pipe lines
serve special purposes, but in each case their contribution to a local
situation benefited the Nation-wide petroleum transportation picture.

In late 1041 pipe lines accounted for less than 3 percent of petroleum
shipments into district No. I. In the third quarter of 1943 pipe lines
accounted for over 18 percent of such shipments -and are rapidly
increasing their proportionate contribution of essential petroleum
deliveries.
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T_RANSPOR’I‘A‘I“ION MANIPOWER

As 1n most activities, the oper ators of the transportation systems

have complained about shortages in personne!. Transportation man-
power problems are very similar tio the manpower problems faced by
all forms of industrial and commercial activities. Employee shortages,
however, are very definitely 2 limiting factor upon the volume of
service that can be rendered by transportation ageneies and some
features of the shortages are peculiar not only to transportation gen-
_erally but to the various forms of it.
- Transportation is merely the continuation of a peacetime activity.
Its revenue is based upen fixed rates subject to public control, most
of which were established prior to the outbreak of the war. Many
transportation wage contracts, based upon peacetime wage scales, were
in existence at the time wages were frozen. These, and other factors,
have had a very definite bearing upon the establishment of a rela-
tively lower wage rate for transportation employees. This situation
is to be contrasted with the typical war plant, producing military
items on cost-plus contracts, where there was relatively less incentive
for the employer to economize in labor costs and where wage scales
were more recently established. - -

From this fact, it is obvious that the transportation agencies are at
a disadvantage in competing in an extremely short labor market with
war plants, where higher wages prevail. Moreover, transportation
agencies have suffered from inroads of Selective Service and recogniz
tion of transportation as a whole as an essential ‘activity for the pur-
pose of deferments was delayed for almost 2 years after the passage
of the Selective Service Act. The Railroad Retirement Board esti-
mates that from the railroads alone over 240,000 workers had joined
the armed services by June 30, 1943.

In the higher skilled positions, however, where seniority rules had
been established, transportation agencies, and the railroads particu- _
larly, have been fortunate in not losing personnel. It is in the trans- 5
portation jobs of less s <l and lower wage that personnel shortages
are most acute and the greatest rate of turn-over is found. War Man-
power Commission regulations have proved ineffective for a number
of companies in reducing high rates of turn-over, although it is, of
course, impossible to estimate what turn-over rates would have been
without such regulations.

Of course, employment in transportation agencies as a whole has
increased substantially since the outbreak of war, but the rate of
increase has been far below what might be expected from the tre-
mendous rise in volume of traffic handled. More detailed statistics
showing increased employment’ compared with increased volume
are set forth in appendix VI. From an examination of these figures,
it is apparent that from July 1941 to July 1943 the number of em-
ployees in public transportation systems increased by almost.400,000
to a total, on the latter date, of 2,793,300. Slightly over half of this
increase was in railroad employees numbering 1,555,900 in July 1943.
As will be noted from the table, this was an increase of all transporta~
tion employment of 16% percent for the 2-year period, while the
volume of freight traffic during the same 2-year period increased by
over 33 percent and the volume of passenger traffic increased by
250 percent, !

The Office of Defense Transportation estimates that a net increase
of about 60,000 workers, divided as follows, will be needed to handle
the 1944 load:

Railroads__..- bl e e R i e SRS S 14,100
e s L ol b sy 11,400
e A R e S e sy 9,400

Airlines and miscellaneous. .- o -a-o—cesmmmmmmemsmmmmommoommomossss 25,000
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One of the sources of new employees in transportation systems has

~ been the employment of women, even in positions not previously:con-

sidered suitable for them, such as bus and streetear operators, drivers
of delivery trucks and helpers, mechanics and mechanic’s helpers,
passenger train brakemen and yard brakemen, and in ‘many other
mechanical and laborer’s jobs heretofore usually filled by men.i In
July of 1943, 225,000 women (slightly over 8 percent of all employees)
were employed, as compared with 120,600 in September of 1942 (4.8
percent of all employees). Another source has been the importation
of Mexican nationals for track work on the western railroads. On
September-11, 1943, there were nearly 15,000 so employed. Another
source has been nonwhite workers whe in July 1943 represented about
10 percent of all employees. There are also many part-time employees,

- such- as students on vacation, and, in some instances, business and

professional people and factory workers, working on a part-time basis.

In recruiting these employees, Government employment agencies
have been very helpful. For example, the Railroad Retirement Board
placed 197,000 workers on the railroads for the year ending June 1943
as compared with 59,000 for the previous year. Further suggested
sources of labor, such as prisoners of war, have met with opposition by
the unions. -

-Many measures have been advocated, and some have been put into
effect, for the more effective utilization of transportation employces.
Some progress has been made, particularly in railroad and motor
transport industries, through training and upgrading programs, in
which Government agencies have been of assistance.

The average weekly hours of work on railroads have been ineréased

- from 48.6 hours in June 1942 to 50.9 hours in July 19@ This aver-

age is equaled by few other war industries.

Some of the orders of the Interstate Commerce Commission have
resulted in manpower savings through modification of operating prac-
tices, such as the-service orders suspending State laws and labor agree-
ments limiting the length of trains and labor agreements which limited
the total number of ton-loads on double-header freight trains. This
action is along the line recammended by the committee in its report
on manpower. Although considerable progress has been made in
eliminating regulations and practices which restrict the full use of
railroad equipment or interfere with the full utilization of labor, there
is no question but that more can and should be done along this line to
relieve the labor shortage during the war emergency.

A great deal has been said about these restrictions, which are lumped
together under the popular and somewhat inaccurate characterization
of “featherbed rules,”” such as full crew laws, mileage limitations, and
rules preserving specialization of work as between employee classes or
crafts. Many of these rules do not require pay for work not done, as
is generally implied in the term “featherbed.” Similar restrictions are
to be found in the trucking industry where over-the-highway operators
have been compelled to employ a local driver upon entering a muniei-
pality and have been prohibited from leasing outside equipment as long
as the operator has trucks of his own available for use, sometimes result-
ing in operating a vehicle empty over some part of a trip. Similar
rules are also found in the loeal transit industry where some agreements
prohibit employment of operators on trips additional to their regular
runs and othertules limit the number or percentage of so-called “swing”’
runs which may be scheduled. Some seniority rules discourage re-
cruiting of new employees and sometimes assign the easier tasks to the
older employees leaving to the new employees, many of whom are now

* women, the more arduous and unpleasant jobs.

]



Qur transportation system is essentislly sound, It has per-
formed an almost unncticed but indispensable service to our war effort.
Al AP P
Labor and management of transpert compqnie§7 with the cooperative super-
vision of the 0ffice of Defense Transportation and the Interstate Commerce
Commission, have met and have overcome unforeseen obstacles, which ocur
enemies predicted would cause our war production to collapse, To date
we have outdcne the enemy on the transportation front. We have proved
the superiority of enterprise, freedom and cooperation over regulation
imposed from above through force rsnd fear; for one of the enemy's chief
weaknesses, with all the confiscated facilities and enslaved manpower,
lies in the insufficiency of his transportation.

Yet pride in achieverent should not lead us into nﬁgléct. Dis—
ruption or diminution in transportaticn service would have incalculab%g
disastrous effects upon our progress toward victory and peace. The unpre-
cedented inerease in the volume of traffic has approached dangerocusly near
the limit of the capacity of transport facilities to hendle it. Replenish--
ment needs of transportation ngencies in terms of manpower, materisls and
facilities, are nodest in comparison with total war cquirémcnts and entail
practically no public financing. To fail tc provide for those needs would
be to run the risk of brenkdown, which would be unwise management of our

war effort.
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APPENDIXES

Arrexpix I—Continued

New Tecemetives installed and on order— Class I railways in the United States—Con.

i - New loco- % l =S New loco- £
o New loeo- | motives oCer0- o New loco- wotives oComo-
l;r::r‘ll?lr maotives Installed tives {JFE&E matives installed tives
2 on order | during retired s on order during retived
{  month month
! i | | | |

ArpExpix 1

New locomotives instelled and on order—Class I railways in the United States !

. New loeo- 5 o New loeo-
New loco- | motives OCOMG- i New loeo- | motives Lacomo-
ﬁ?&t?‘[ motives instatled tives In;:}:ftgr motives instalied tives
on order during retired . o1 order during retired.
month month
1939 1940—¢on,
January. .- 73 17 s WL |0 1 e SSE R 124 21 95
February---- 84 18 113 || August. ... 168 35 150
March. . 11 19 113 || September_._ 179 28 2
Aprilt - 95 25 113 || Cetober .. 215 56 112
May .- 3 86 156 114 || November._. 146 47 80
June.. 7 1R a2 112 || December. .. 182 a0 il
July__ — 108 13 102
August_ .. 118 27 102 1541
September_ - 94 36 106 || January . ___. 2006 47 123
October.____. 108 67 176 || February. 238 34 92
November.._ 136 41 287 208 42 92
December. __ i15 10 135 335 36 a7
i 438 50 74
1940 t . 517 43 112
January. -..- 117 19 208 i) 62 8
February 139 26 46:|| August. .. -- 603 44 41
March.__ 132 a4 56 || Beptember.._ 611 53 24
April_ _ = 115 36 107 || October_____ LiTh! A8 i &1
May._ .. 5 a6 142 || November. . . fill 64 42
June___ 28 120 2 112 || December___ a72 k(] 90
1042
Jenuary._ ... 546 71 £4
February.... 543 44 £
March._ 661 €4 £4
April__ 630 8 46
tay 985 fiti] 25
£0 73 37
917 vl 24
£81 82 6
ceptem L el Gl 137
Qctober ... 840 €3 &3
November___ i 20 72
December. .. 804 44 4
1943
Jenusry__ ... £E8
¥ebrogry. .- B8
Mearch. . &61
Aprilo. .. G410
s £03
437
1,024
ar. 1,014
September... 1,038
Ottoeber.. .. 1,007
Nevember. .. 1,089 )

1 Includes 26 locemotives invelved in transfer of power between companies.
2 Not yet avaiiable.

Source: Car Service Division, Atsociation of American Reilreads.
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ArpeEnpix IT

New freight cars inctalled and on erder—-class I reilways in the United States

| i | | |
' " | New ﬁars} !’ !1\ | New l('!a!c'is | -
Tipcl ewcars installed | Carsre- || o : | New cars | installe ars re-
Tirstofmonth |op order | during | tired || Fustofmenth 1 R 4r | during | tired
month 1 | ‘ month E
|
19829 “ 1941—Con. ‘
1 1
Tanunry . oo .. 5,080 1,020 by e 91,416 i 6, ’62 1,233
February 2 6,637 1 1,702 It Aungust. ... i 88, 266 | 5,672 1,35€
March 5 G, 788 2,382 September. __ i 86,917 | ,311 1,517
April = 6, 602 1,713 | Getoher.- . e 86,043 | 8, 600 2,284
May & 6, 391 293 November. 78,674 | 7, 606 1,088
Jure 4 Q, 261 1, 517 | Decotniber. . . _..... 75, 559 7, 869 2,357
Jualy. . 5 10, 062 1,605 |
August 8,448 2,165 1842
September._ i 8, 754 2,223 i
Ceioher___ 23,028 2713 HEELL ot o SRS I - ' | 8,140 051
November. & 28, 006 2,648 | February.. 4 66, 870 9,261 1,133
December. . ... 36,193 4,415 { Mareh. ... 69,402 9, 857 1,034
i April. 68, 316 10,478 2,253
1940 | May. 58,129 6, 803 1,921
i I Ju L 48, 351 4, 185 1,897
January. . .. -| 37,049 4,078 2,888 || July -} 37,801 2,705 2,082
February = 34,509 | G, 608 4, 190 ‘ August._____ . 35, 442 1, 548 1,648
Murch. .. 28,112 8, 6u8 5,965 | September___ « 34,195 2,318 2,539
April_. . 21,112 7,431 5,020 || October._.._. 35,037 2,254 2,031
May. .. 17, 480 5,065 4,213 || November. o 29,204 2,862 1, 120
Jupe_._ " 15, (39 3,008 | 7,717 || December.__._.___| 27,308 1,780 1,231
July_ __ i 16,933 | 3564 6,938 |
August . __ .| 15765 4,375 4,084 | 1943
September. . 18, 456 | 4, 694 5,278 |
October.... . 19,892 | 5, 166 8,301 | FANNAPY - ool - 27,061 1,683 783
November. 3 27,459 | 4, GR1 4,500 ‘ February 3€, 108 1,313 358
December. ... 30, 184 6,072 4,526 || March 32, 661 1,661 1,089
; ‘ April. 33353 | 1,603 2774
1941 May 34, 262 1,224 1,647
| June._. 33, 537 1,931 1,408
Jenuary. _...._.... 34,202 | 6,494 4,709 || July____ 31,744 2,615 1,012
February -| 40,030 | 4, 860 5314 || August__ 27,795 3,714 1, 600
March.__ & 37, 681 | 6, 355 3,29¢ || September. 28,433 4, 688 1, B67
April__ 3 41,001 | b, 660 3,100 || October.. 28, BOE 3, 282 1,076
May__ S| B5404 | 5,300 2,975 || November. ... 34,002 | (1)
dnahe. oL 64, 027 i 6, 713 1, 548 “

1 Not yet available.

_(Furnished by the Association of American Railroads.)

APPENDI

x III

Age calegories

Passenger-carrying | Head-end passenger
cars train cars Pullman cars
Age group

T Percent .. | Percent Percent

Number | ¢ yoia1 | Number | orotar | Number | o6 ora)
e e Med R o e Tt B (Semeir e 802 3.6 200 1.3 989 13.89
6 to 10 years. = 1, 056 4.7 375 2.4 219 3.08
11 to 15 years s 2,073 9.1 2,235 14, 6 919 12,90
16 to 20 years g 5, 207 22.9 3, 587 23.4 2,055 25, 86
21 to 25 years . , 278 10. 1,052 6.9 7 11.19
Erer Bisenm. oo N SRl L 11,293 49.7 7,882 51.4 2,142 30.08
PRotal e e e 22,719 100.0 15, 331 100.0 7,121 100. 00

Furnished by the Association of American Railroads.

ArrENDIX IV

Income account for class I railways in the United States

Net railway| =~ Rate of

Operating | Operating operating | return on |Net income
Year revenues | expenses | Taxes (000) | income property | after fixed
(000) (000) investment | charges

(percent)
$4,166,069 | $3,119, 065 $325, 665 $690, 204 2.27 $98, 058
3, 565, 401 2,722,199 340, 782 372,874 1.43 1123, 471
3, 995, 004 2, 918, 210 355, 678 588, 829 2.25 03, 182
4, 208, 601 3,089, 417 396, 395 682, 133 2.59 188, 851
5, 346, 700 3, 664, 232 547, 230 998, 256 3.75 499, 765
7,465,823 | 4,601,083 | 1,193,834 | 1,484, 519 5.50 901, 713
5,327,539 | 3,346, 739 872, 554 976, 301 5.04 575, 840
6,714,626 | 4,042, 579 1,454, 726 1,073, 083 5. 53 697, 444

! Defieit.

Increases shown in net earnings during the first 9 months of 1943 were made during the first 5 months of the
year. For each month, beginning with June 1943, net earnings have been less than in the corresponding
month of the preceding year. Because of increasing taxes and operating expenses, it is believed that this
downward trend in net earnings will continue.



35 QU

MONO. SEC—

Percentage of decrease compared with corresponding 1942 month

June 1943
July 1043 7~
August 1943
September 19043~
June-September 1043

Net railway| Net income
o;:aratlng after fixed
come charges

7.8 9.2

A ‘8.8

8.4 8.1

28.9 s

14.4 “I15. 8

Furnished by the Association of American Rallroads.

€omparison of selected data relat
ended Dec. 31, 1930, and Dec. 81, 1941, and fiscal ye

June 30, 1943

APPENDIX V

ing to domestic air

carrier operaiions for years
ars ended June 30, 1942, and

Year Year: Year: Yoar: bt
Ig‘ndug Iinded Pel('fﬁnt Jenuud Jendud Pb:;:}ent
e, 31, ec, 31, 2 une 30, une 30, 2
16301 1941 ' | Inerease | YRS 1943 ' | increase
Number of domestic carriersat
- close of year. . ot e, 2 38 19 =50.0 18 . 2 i) LRGSR
Number of planes in revenue :
serviee at close of year____ 497 359, -27.8 1182 3 22
Average seating eapacity per
o T SO RS S 6. | SR 19. 7 19. —3.6
Number of employees at close
e i 5 3, 475 817,222 395. 6 T 26, 954 (& | AT e
Revenue passenger-miles. ¥ 84, 014, 572 1, 384, 733, 251 1,548. 211, 517, 621, 015 1, 425, 960, 219 —6.0
Express ton-miles. . _______. 1, (Y, 802, 5, 258, 551 ; 7, 951, 14, 346, 704 80. 4
Mail ton-miles . ____"_ 77 o| %2481, 411 13, 118, D14 15, 564, 4 28, 365, 745 78.8
Exeess baggage ton-miles. . |~ SR 1, 402, 534 1, 786, 85 2, 833, 775/ 58.6
Gross operating revenme. 1521, 501, 444 %07, 312, 122[ smr:,mo,sz'r[ $114,081, 722 . 6.5

! All data for 1930 taken from “Progress of Civil Aeranauties in the United States,” published by Ciwil'

Aeronautics Administration.
? Exclusive of planes under leage

3 Includes planes, used in mail and cargo
¢ Data furnished by the Air Transport A.
! Includes employees of international

¢ Asof month of June 1941,
T As of monith of December 1942,
# Includes nonrevenue passenger

to U. 8. Army.

-miles.

service only, which
ssoeiation. y
and Territorial carriers.

CATTF 1O passengers.

Note.—Data for 1941, 1942, and 1943 include Hsawaiian Airlines, .

APPENDIX VI
Transportation number of employees 1941-43, and estimate of 1944 employment

demand
July 1942 July 1643 July 1944
Industr July Per- Per- | Per Per- {;‘::_m;
y 1941 cent in- cent in-| cent in- cent insf 9€7 O
Number| -crease | Number| crease | crease Number| crease- Creass
" over over over over over
1941 1942 1941 1943 1943
Railroads..____________ 1, 328, 4001, 468, 700 10. 6{1, 555, 900)| 5. 9| 17. 111, 570, 000 0.9/ 14,100
Intercity bus._ 2 = 34, 900| 43, 500 24. 6 51, 400, 18. 2| 47.3{ 52,000 1.2 600.
For-hire trucking. _~___ 486, 900| 510, 700 4.9 , 600 b. 5 10. 6| , 000 2.1 H,400
Great Lakes water car-

o AR BN 27,2001 26,700 —1.8 27, 500 3.0) 11 27 500 0 0
Inland water carriers_ __ 36, 5 36,0000 —1.4| 35 700 —.8 =22 37,200 4.2( 1,500
Pipe lines._____.___ 21, 000 , 000/ 4.8 22,700 3.2 8.1 22, 500 -9 —200
Air lines 1_ _ 17,3000 20,000 15.6) 75000 275.0/ 3335 100, 000 33.3( 25,000
Local transit__________ 207,000) 223,700 8.1 241, 600) 8.0 16.7| 251,000 3.9 9,400
Public warehousing 60,900 62, 000 1.8 , 900 12.7 14. 8| 70, 000) % 100
Transport services, not o

elsewhere classified__ _ 177,000{ 1750000 —1.1 175, 000 =11 175,000 0 0

o - Mg VO 2, 397, 100|2, 588, 300 8. 012, 793, 300 7.9 16. 5|2, 855, 200, 2.2, 61, 900'

» ! Estimated.

- wBEMa



